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Overvieiv

This Is part of a study to examine conditions

In the Back Bay, directions for neighborhood
Improvement, and potential development Im-

pacts on the business area. This report con-

centrates on the pedestrian, transportation
and development Impact aspects of the commer-

cial area of the Back Bay.

In addition tn a perceived need to enhance

the retail character of the area, several

substantial potential developments In or ad-

jacent to the neighborhood make this evalua-

tion necessary. The proposed conmercial ex-

pansion at Copley Square, transportation Im-

provements at Back Bay Station, possible ex-

pansion of Hynes Auditorium, and office and

hotel components at Copley Place will Impact

the area In a number of ways. These proposed

developments are at the opposite side of Back

Bay from established commercial areas. They

may serve either to expand the retail dis-

trict, or may create an unconnected new cen-

ter of activity, leaving the older areas Iso-

lated. This report is part of the informa-

tion analysis and reconmendatlons necessary

to inform the processes of modifying develop-

ment Impacts in the Back Bay, and considering
growth directions for the commercial area.

The study area is defined as Newbury and Boyl-

ston Streets from Arlington to Mass. Ave.,

Huntington Ave. from Harcourt to Copley Sq.,

and Dartmouth St. from the Penn Central rail

lines to Newbury Street.

The report is broken into three major sec-

tions. The context section presents the ex-

isting conditions, forces for change, and

pedestrian environments in the Back Bay. Lo-

cations, programs, construction schedules and

potential impacts of the developments pro-

posed for the area are summarized. The next

section analyzes this information and points

up major areas of concern, major opportuni-

ties for change, and makes recommendations

for action. The final section contains an

appendix to the pedestrian study.



Next Steps

The City should substantially improve

the ease of crossing and the appearance of

those intersections and walkway areas identi-

fied as problematic, especially along Dart-

mouth Street from Copley Square to the Penn

Central tracks.

Pedestrian connections should be built from
the Copley Place to Prudential by the respec-
tive owners of those projects.

A feasibility study should be undertaken to
determine whether a shuttle bus service Is an
effective way of tying the enlarged Back Bay
commercial area together. This scope of ser-

vices should be a joint effort of the devel-
opers, city and neighborhood groups.



A joint marketing program should be put to-

gether and Implement-^d to enhance the dis-

trict's commercial Image. This program should

Include the existing commercial concerns,

Copley Place developers. Prudential and the

City. Its emphasis should be on the unity of

the expanded commercial area, the connections

among shopping sub areas.

Traffic control measures should be examined
and fitted to the needs of the area by a work-

ing group of business, residential, and dty
Interests. The city should be pushed to en-

force existing regulations more stringently.



Context



Transportation
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Subway & Rail

The study area 1s presently served by the
MBTA Green line, with stations at Arlington
St., Copley Square, Prudential, and Mass. Ave.
Volumes of the stations at present are sum-
marized on the accompanying map. All of the
stations In the Back Bay area have already
been modernized, so major renovation Is un-
likely In the near future. The Arborway shut-
tle service, consisting of MBTA busses, also
runs through the Back Bay.

The Orange line, presently located In the
South End, will be relocated to run at the

edge of the Back Bay. The Southwest Corridor
project, which involves this relocation, as
well as rebuilding of parts of area rail

lines, has been underway for several years.
Construction on the new Orange line Is expec-
ted to begin In late 1979, and by 1984 will

provide a new and major means of access to

the Back Bay. Present and future Orange line

routes are summarized on the following map,
along with projected and current station vol-
umes.

Orange line stations In the Back Bay will be

at Mass. Ave. and at the present Back Bay
rail station. The station's present volume
of rail commuters and intercity rail passen-
gers will be augmented by passengers from the
subways, producing a major transportation
node.



Bus

Bus Service - The area is not particularly
well served by HBTA busses, but there are
many special services and shuttles which re-
sult In a substantial number of buses present
in the Back Bay.

MBTA bus lines Include the nos. 68, 1, 55,
and 43 routes, and two express routes, 302
and 303. The Dudley route. No. 1 along Mass.
Ave., is heavily travelled, and the 55 route
is moderately used.. The 68 route, which con-
nects to the South End, and the two express
routes {to Riverside and Watertown) are very
lightly travelled. The express routes run
only at rush hour, and the 68 at 25-minute
headways, as there is only 1 bus on the route.
The Egleston route (43) is fairly heavily
used, but only touches the Back Bay at the
extreme downtown end, where the route loops
around the Common. As was mentioned previ-
ously, the Arborway subway shuttle operates
from Copley Square, using busses which stop
at the Public Library.

There are a number of private and special bus
services in the area. Greyline tours start
and end their 7 daily sightseeing tours from
three Back Bay locations - the Sheraton, Cop-
ley Plaza, and Park Plaza Hotels; and other
coach lines and shuttles use Copley Square as
a major s.top.
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Traffic

Traffic - A thorough study of the traffic con-
ditions In the Back Bay is beyond the scope of
this study. Impact studies will be forth-
coming from the Copley Place Impact review,
and further specific studies can be undertak-
en with the assistance of the BRA or traffic
consultants. Peak turning lane volumes are
given for some Intersections In the Back Bay.
These are for the rush hours 7-9 A.M. and 4-6
P.M., but It should be noted that maximum
volumes on many Back Bay streets do not oc-
cur at these hours, but during the afternoons.
This Is particularly true in the sections of
Newbury and Boy! s ton between Dartmouth and
Arlington Streets.

J
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Parking

The Information presented here Is a partial
data base outlining parking conditions in the
Back Bay. A number of impact Issues, such as
spillover parking in residential areas and
maximization of accessibility to commercial
establishments, should be taken up as exten-
sions from this work. The parking freeze re-
stricts the number of available spaces in the
city as a whole, so the question of adequate
numbers of spaces is to some extent less im-
portant than the search for other transporta-
tion modes to augment the MBTA, thus provid-
ing Increased accessibility as with less im-
pact on adjoining areas.

Four aspects of parking 1n the Back Bay are
considered here.

First Is distribution of parking. Second is

the parking capacity of the area. Third Is
the usage characteristics of this stock of
spaces, and finally, the parking freeze must
be considered as It affects the Back Bay.

Much of the detailed Information In this sec-
tion is from the Wilbur Smith Assoc, report
of 1974.

Distribution

Most of the parking spaces which serve the
Back Bay non-residential uses are In a band
of facilities east of Tremont St., south of
Stuart St., and in garages along Huntington.
Major employment centers are between the park-
ing areas and Back Bay retail areas. This can
be a disadvantage in that shoppers are some
distance from the retail concentrations, and
stores along Boylston and Newbury are less
likely to benefit from work-generated pedes-
trian trips. In addition to this band of
parking facilities, there is extensive on-
street metered parking in the retail areas.
The Back Bay has the highest concentration of
such on-street parking of any area of Boston
Proper.



Capacity

Parking Capacity - The available spaces are

categorized by type - e.g. private garage,

public lot, short term meter - and by zone.

The zones are defined by an average walking

distance from car to destination - 900' for

the Back Bay commercial area, and 1600' for

the residential area around Marlborough St. -

which was developed In the Wilbur Smith study

of 1974. Zone 1 figures are the number of

parking spaces available within the Back Bay

coimierclal district. Zone 2 spaces are those

additional spaces available outside Zone 1,

but not more than 900' from Boylston St. Zone

3 spaces are those not included In Zones 1 or

2, but within 900' from any edge of Zone 1.

Zone 4 spaces are those additional spaces

available within walking distance of the Back

Bay as a whole.

In the Wilbur-Smith Assoc, study of parking

(1974), the Back Bay had approximately 30!^ of

the available spaces In the Boston Proper

freeze area.
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Usage

Usage Characteristics - The significance of
the numbers of spaces may be made clearer by
looking at some characteristics of the park-
ing. The first of these is ratio of parking
space to sf of non-residential uses - There
are approximately 2.7 spaces per 100 sf, or
about 10 sf of non-parking built space for
each sf devoted to parking.

The second is walking distance from parking
space to destination. Distance varies with
the purpose of the trip, as well as with the
type of parking facility. Those in private
lots will walk, on average, 1700 feet or more
to their destinations, while those in private
garages do not average more than 170 feet.
The city wide average is 895', and the average
distance people walk from the Prudential gar-
age ranges from 304' for shoppers to 840' for
those on personal business.

Average walking distances in the commercial
area of the Back Bay, as a whole, range from
405'. for shoppers to 905' for those on per-
sonal business, averaging 632'. These walk-
ing distances are somewhat lower than those
in other parts of the city, but this may be
due to several factors. Walking distances
from the Prudential are lower than from many
major garages, and, in combination with the
fairly high number of people who park in and
shop from the Pru, this may unbalance the
average. The extensive availability of on-
street parking may also be a factor.

Third usage characteristic is turnover - the
number of cars to occupy a parking space in
a day. Turnover in the Back Bay is generally
above the city average, and is, for most
types of parking, in the top three freeze-
area zones in terms of turnover. The turn-
over rate for on-street parking (3.31)

is somewhat more than twice as high as that
for off-street parking (1.25), although some
sorts of parking present much more extreme
deviations - 15 minute metered spaces vs. con-
tract daily parking for example.



A fourth consideration Is the purpose of the

trip. This affects a number of factors, as

already mentioned. It Is possible to corre-

late type of parking facility to trip purpose.

In Boston, private lots and private garages
are dominated (86-95%) by employee parking.

Public lots and garages are each likely to

have 40-45% employee parking occupancy. Se-

cond biggest users of public lots are those

on personal visits (26%), followed by shop-

pers, who use 10% of the spaces In public

lots. Shoppers are most Hkely to choose
public garages, followed closely by on-street
spaces and public lots. Curb spaces are the
first choice of personal business parkers.

A final consideration Is the cost of parking.

Most frequently occurring rates are shown In

the following table. The most striking thing

about parking rates Is the Increased variety

in charges as facilities become closer to

Boylston St. Those In Zone 3 have short-term,

dally rates, and occasionally night rates.

Near Boylston, however, there are contract,

duration, dally, and relmburslble, as well as

hourly rates.

Parking Freeze - Perhaps the most Important

parking fa.ctor Is the "freeze". Mandated by

the Federal Environmental Protection Agency

to help reduce air pollution In the Boston

area, these regulations limit the number of

"commercial" spaces (those open to the public

on payment of a fee) to the number of such

spaces existing In Boston In 1973. New spaces

can only be built If the same number of com-

mercial spaces Is eliminated elsewhere. Free

parking spaces, and those not open to the

public - private contract spaces for exam-

ple, are not Included In th'' restriction.

Control over the number and allocation of
spaces rests with the Boston Air Pollution

Control Commission.

The Comnlsslon maintains a city-wide "bank"

of spaces, which are allocated to locations

by having applications filed to build new

spaces or renew permits on old ones. Garages

are given permanent permits; however parking

lots are given only temporary permits, which

must be renewed each year.

Off-street spaces In the Back Bay are primar-

ily lot spaces. Those at Exeter and Newbury
will be replaced by a private garage If the
proposed housing Is built, so these spaces
will go Into the bank. At present, there are
about 250 spaces available through the bank

for all development projects In Boston proper.

135 of these have already been applied for,

and win probably be allocated this year. In

allocating new commercial spaces, the city's
priorities are, at present, the developments
at Lafayette Place and South Station. Given

these conditions, the immediate possibility
of expanding the area's parking supply Is

slim. However, the situation may change by

the time the project Is ready for occupancy.



Change Forces

Several major projects and alterations in the
transportation system serving the Back Bay
are under study. The major ones are:
- Rebuilding of Back Bay Station
- Relocation of the MBTA Orange line
- Alterations of the Mass. Turnpike exit

ramps at Copley Square
- Construction of a major garage at the Cop-

ley Place development
- Expansion of Hynes Auditorium.

Back Bay Station will, when completed, in-

clude subway, commuter and inter-city rail

lines. Major vehicular traffic will be fo-

cussed on Clarendon Street, where drop-off
points and taxi stands will be located. Main
pedestrian access points will be at street
level on Dartmouth and Clarendon Sts., with
additional access from a tunnel under Dart-
mouth St. to the Mass. Turnpike site, and a

direct access tunnel to the John Hancock gar-
age.

Ramp alterations connected with the Copley
Place proposal are under study through the
environmental impact review process. Alter-
natives include the elimination of Ramp C,

with diversion of this traffic onto the other
ramps; alteration of the location at which
the ramps open onto Huntington Ave., and
raising of the below-grade exit ramp to ttie

level of Huntington, so that all traffic at
this interchange would exit onto Huntington.

Should the Copley Place be constructed, it
will bring an additional traffic load, both
of pedestrians and cars, to the area. The
magnitude and behavior of this traffic is al-
so under study in the EIR process.

Expansion of Hynes Auditorium is under study
by the BRA. At present, expansion would be
contained within the boundaries of the exist-
ing Prudential development. The auditorium
might take over part of the mall shop space
and expand into Ring Road. Amount and loca-
tion of parking for this expansion is uncer-
tain, but would come under freeze regulations.
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Pedestrians



This section will look at three aspects of
the pedestrian study perforned for the Eack
Bay. First is information, classification of
data into indicators. Use of these to devel-
op three measures of the characteristics of
the pedestrian environment is explained in
the appendix. Second, the key measures are
applied to the Back Bay commercial area.
Third, comments about the problem areas, pos-
sible improvements of the ped zones, and pos-
sible development Impacts are presented. Ad-
ditional information on methodology is avail-
able in the pedestrian appendix.

Scope & Method

The survey was confined to parts of the study
area, and to on-street public pedestrian zones.
The mall at the Prudential Center, for exam-
ple, is not included; but the extended street-
level plazas are. Representative times and
locations are identified on the accompanying
map. Times selected included A.M. and P.M.
office rush hours, lunch hours, and afternoons
during the week; also included was a Saturday
afternoon. Data was collected on color slides
taken at regular intervals for not less than
two hours at each survey location.

Indicators

There are three major types of phenomena which
are important to this evaluation of the pedes-
trian zones in the Back Bay. Physical fea-
tures, variety of activity, and nature and
quantity of activity. These indicators, as
explained in the appendix, are composite mea-
sures based on observed characteristics of a
street.

Three key measures of the Back Bay ped envi-
ronment will be considered briefly here:

Survey Locations



Relative Volumes

The first 1s relative volurres of peds. All
persons In a data-collection photograph - on
both sides of the street, whether walking,
waiting, etc. - were Included in this count.
Two kinds of volurra are recorded, the average
volume and the peak. Coplev Square has the
highest average volume - with i slight in-
crease to its peak volume. Ttiis Increase Is
made up, primarily, cf commuters ccnn'ng and
going to the MCTA station. Hiqhest overall
volurre among areas surveyed was found at the
Pru along Boylston Street. There is a signi-
ficant difference at the Pru between peak'fnd
average volumes. Average volume is substan-
tially lower than that at Copley Square, and
the peak Is of a quite different nature.
Shoppers going to the supermarket and tour-
ists make up the peak volumes at the Pru. Few
go up to the plaza level, which, except for
areas adjacent to shops, is generally empty.
Office workers, particularly at lunch, add to
this group giving a peak volume .between 1:00
and 3:00 P.M. The third highest volume area
Is on Boylston Street between Clarendon and
Arlington. There is moderate variation be-
tween average and peak volumes along this
strip. Presence of a MBTA subway stop, as
well as shops and restaurants attractive to
lunchtine crowds, contributes to peak voluires.
Newbury Street and Huntington Ave. arc char-
acterised by similar overall volumes and wide-
ly divergent average/peak relationships. Nev.-
bury Street has a steady average volume which
varies little over the day. There is a slight
peak in the afternoon between 1:30 and 3:30,
consisting of shoppers, but practically no
fluctuation in ped volume was observed at the
4:00 to 6:00 P.M. office rush hour. Volume
varies slightly with location on N'ewbury; the
end near Arlington Street is somewhat mere
active than the end near Mass. Ave. Hunting-
ton Ave. is quite different. Almost all ped-
estrian volume is the result of computers
during the 7:00 to 9:00 and 4:00 to 6:00 rush
hours. Additionally, niuch of the Huntington
voluiiie results from one location - the street
level connection at Huntington and Ring Road,
between the rail access path to Pack Bay Sta-
tion and Huntington Ave. At off-peak hours
this location, and most of Huntington from
the Prudential to Copley Square, is very
lightly used by pedestrians. Dartmouth St.
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is also characterized by a substantial com-

muting volume; however a small stream of

people continues throughout the day, thus

reducing somewhat the difference between av-

erage and peak volumes.

Street Activity

The second measure is street activity ranking.
Street edges - defined as one side of a street
on one street block - are ranked according to

the smount and diversity of activity observ-
able in the public zona. Street activity is

different from number cf peds, or volume. It

is more a sense of activity, made up cf the
presence and actions of pedestrians, as well
as the character of the street environi-.ent.

There are pliysical thiric,s which m.ake obvious
the iRiportance given tc pedestrians along a

street edge. Street level advertising or com-
mercial display, presence of improved and
widened walks, plantings and awnings all serve
as evidence of concern for and as sources of
attraction to peds. Along with other factors,
as discussed in the appendix, these elenients
go into determining the activity level of a

street. The quality of particular blocks,
and the desirability of street activity in
general, is not considered.

The most active street edges in the study
area are along Boylston St., the least active
along Huntington and Dartr.iouth. Edges of
Boylston betu'een Dartirouth and Clarendon (op-
posite Copley Square), between Berkeley and
Arlington, and between Exeter and Fairfield
(opposite Lord and Taylor) top the list. The
best way to get a sense of what this means is

to go and look at these sidewalks for c. while.
What they reveal is a balance between space,
activity, ai.d "equipment". The Boylston edge
of the Pi'udentiul complex, and Copley Square
itself, hold as many or i,iore people and acti-
vities in the course of a day than these
"most active" edges do - but do not seem as
active, in pert because their spatial and
activity contexts are different. Both pre-
sent very wide spaces in which the occupants
disperse thinly. Especially at Prudential
the space aU/ays seems empty. In both cases,
non-pedestrian activities are added to this
pedestrian sp?ce - cars at the Pru and exten-
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sive sitting areas at both the square and
the Pru. This also contributes to dilution
of the ped edge. Activities are also missing
- there are fev; shops on the wider edges.
This obsence of small scale, on-street ped
"niagnets" n,ny be one of the most critical
elements in perceived street activity. The
most active edges, as well as many other less
active edges (e.g. Nev.bury Street), £.re im-
proved v/ith varied surface textures, plant-
ings, and street-crossing assistance devices
- lights, crosswalks, etc. While least-
active edges - Huntington and Dartmouth -

generally lack these, such equipment is pre-
sent on most other walkv.ays in the study area.
These physical amenities, then, appear to be
necessary but not sufficient to produce act-
ive pedestrian environments.

Intersections

The final measure to be considered is Inter-
section ranking. The physical characteris-
tics of an intersection are the basis of this
rank, which indicates how difficult it is for
a pedestrian to walk around the entire inter-
section. Neither the volume of traffic pass-
ing through the intersection nor the volumie

of pedestrians crossing it are included.

A base intersection was. selected to exemplify
a "normal" condition - a right angle inter-
section of two Z-way streets, each with one
lane in each direction. Other variables, as
explained in the appendix, are considered and
measured against this "normal" intersection.

he results indicate that crossing-assistance
devices can substantially in prove the inter-
section for pedestrians. This is insignifi-
cant if the equipa^ent is broken, or if the
street is sc large that pedestrians can be
stranded on islands, and if there are so few
pedestrians that they are unexpected, vehicu-
lar traffic dominates, and only full traffic
lights become adequate tr provide safe cross-
ings.

Intersections are ranked on the accoiripanying

map. There arc obvious problems along Hunt-
ington and Dartiiiouth St., wtiile Nev/bury St.

is generally the easiest to walk along.



Comment
Much of the existing coirmercial zone has al-
ready been improved for pedestrians. There
are problen areas, however, and there is po-

tential for problems resulting from new devel-
opn'ent. Many of these problems revolve around
two issues: Connections and the balance be-

tween activity, form and usage.

In.provement of ped connections within the com-
mercial area is the most pressing need facing
the area. Existing sub-markets, as discussed
in the transportation section, need to be
tied together. Major links missing at pre-
sent are: Copley Square to Back Bay Station,
along Dartn.outh Street; Mass. Ave. along Kew-
bury and Boylston to Exeter Street; and across
the Pru at Ring Road or Exeter Street. There
are tv/o aspects to the connection problem -

one is distance. Nev.'bury or Boylston from
Arlington to Mass. Ave. is farther than irost

people will go on foot. Connecting the
lengths of these streets to the Pru and Back
Bay Station, possibly also the Copley Place
and Auditoriurs expansion projects, requires a

flexible, frequent mechanical method of re-
ducing distance, a shuttle bus for exairiple.

The second aspect of the problem is the qual-
ity of the connection. This also encompasses
some other problem areas within the zone.

It is certairily possible now to walk on Dart-
mouth from Copley Square to Back Bay Station,
as it is possible to walk along the Prudential
Boylston Street frontage or along Ring Road
from Bylston to Huntington. None of these
are pleasant routes, and are not heavily used.
For them to become more useful additions to
the ped network their "street activity" rank-
ings need to rise. This Implies, most strong-
ly, opening active street level uses along
these paths; second, providing shielding and
more adequate separation from the traffic on
adjacent streets; third, balancing the space
available solely to peds with the number of
users and the adjoining spatial context. In
addition, sorre of the above mentioned "prob-
lem" paths also need intersection modifica-
tion to make them really workable.

The renovation of Back Bay Station can cer-

tainly help in this upgrading and connecting.
Expansion of Hynes Auditorium can provide a

similar potential for reworking the lower end

of Boylston Street and the Prudential Boylston
frontage to produce a "magnet" area for com-

mercial and pedestrian uses, in place of the
existing no-man's land.

The Copley Place project, should it proceed,

would make new connections as well as drastic

improvement of old paths essential - particu-

larly along Dartmouth and across the Pru to

Boylston.



New Developments



Major new devf.lcpments In the area include:
Orange line relocation, reconstruction of Back
Bay Station, Copley Place mixed use develop-
ment, and expansion of Hynes Auditorium.

The Orange line and Back Bay Station projects
are fairly certain to proceed, starting con-
struction in 1979 and completing Back Bay area
work by 1984. They are part of the Southwest
Corridor Project, which involves, principally,
relocating the Orange line, replacing service
to the South End along Washington St., and
constructing an arterial crosstown street.
Among the changes affecting the Back Bay are
the following:
- Construction of new MBTA stations at Mass.

Ave. & Huntington, and at Back Bay Station.
- Closing of Buckingham Street.
- Covering of the Penn Central tracks from

Dartmouth to Mass. Ave.

Full information on this project is available
from the project office, 131 Clarendon Street,
Boston. MA, 02116.

The Copley Place project is a mixed commer-

cial, office, hotel and housing air-rights
development at the Mass. Pike interchange,
Dartmouth and Stuart. Developers are Urban
InvestiTjent and Development Co. from Chicago.
The program calls for 850 hotel rooms, 741,000
sf of retail space, 600,000 sf of office space,
between 1200 and 1400 parking spaces, and some
housing. The project will double the retail
sf available in the Back Bay, close off the
remaining open corner of Copley Square, add
another major hotel, parking garage, and of-
fice building to the area, and Increase by an
estimated 17,000-20,000 the number of people
using the Back Bay commercial zone. The pro-
ject Is now in the planning phase. State En-

vironmental Impact Review Is underway, and
some decision regarding progress of work is

expected by early 1979. The project's tenta-
tive schedule calls for beginning construction
in 1979, with the first sections of the devel-
opment opening in 1982.
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The third, and least definite, project Is ex-

pansion of the city's meeting facilities at

Hynes Auditorium. The Boston Redevelopment

Authority is examining extension of the pre-

sent facility Into the adjacent shopping space

and Ring Road. Approximate amount of space

added would be 92,550 sf. Additional parking

spaces may also be necessary. This study is

at a very early stage.
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Problems &
Opportunities





Major Areas of Concern
Four major issues stand out from the informa-
tion presented in this report. They can be
stated as:
- Need for increased accessibility to coirmer-

cial areas without Increased dependence on
auto use.

- Necessity of developing strong links among
the various sub-areas of the commercial
district in order to maintain the viability
of the whole.

- Need for control of allowed vehicular acti-
vity.

- Necessity of reducing potential conflict
between the needs of the commercial areas,
and those of adjoining residential commu-
nities.

Accessibility &
Internal Linking

Increased pressure on the transportation in-
frastructure of the Back Bay is inevitable,
with' or without the expansion of the commer-
cial area represented by the Copley Place
project and auditorium expansion. With these
and doubtless other developments coming to
the neighborhood, traffic volumes, demands
for parking space, servicing and delivery re-
quirements, and the press of shoppers, tou"^-
Ists, and conventioneers will all become
greater. The parking freeze and the physical
limitations of the present infrastructure both
set limits to the amount of parking space and
vehicular transportation which can be used to
resolve these pressures. It is necessary,
therefore, and desirable that ways be found
to make access to and within the Back Bay
easier, and to increase the area's capacity
for handling numbers of people, while great-
ly reducing dependence on auto use.

Users arrive at some point in the Back Bay
area by a number of means. This question of
modal split (what percentage of people choose
which means of travel) is under study by sev-

eral groups (SWC, BRA, Copley Place), but the
percentages applicable to the Back Bay are
not fully established.

There Is a general consensus in recent stu-
dies that at present approximately 50% of em-
ployees In the Back Bay come by public tran-
sit, 30% drive in, 9% come by train, and the
rest by various non-motorized means. It is

estimated that shoppers split more evenly,

with- 30% driving in, 30% taking the MBTA, and
the rest walking. Determining the modal
split is important to transportation planning
for the neighborhood in relation to the rest
of the city, but there is an additional con-
sideration relating to movement within the
commercial area. This Is ease of movement
within the district.

The transit Improvements at Back Bay Station
will, as already discussed, Increase the num-
ber of people entering the Back Bay at its
southeastern edge. This group, joined with
those who leave their cars In the "garage
belt", constitute a major volume of pedestri-
ans on the opposite side of the Back Bay from
established commercial areas. Green line rid-
ers are another substantial group, closer to
the center of the district, but still In need
of the ability to reach the edges of the area.

Given the location of parking spaces, espe-
cially those garage spaces dominated by em-
ployees and shoppers, and given the substan-
tial percentages of people entering the area
by walking or by walking from a transit stop,
movement within the Back Bay comercial area
is overwhelmingly pedestrian. Walking dis-
tances, obstacles and aids to pedestrians,
and travel alternatives to walking within the
area become, then, major factors 1n deter-
mining micro-markets.

The present commercial area is generally per-
ceived to be divided Into three zones - Boyl-
ston and Newbury from Dartmouth to the Com-
mon, Boylston and Newbury from Dartmouth to
Mass. Ave., and the Prudential. While there

Is certainly considerable Interchange of
users among the three, there are also factors
tending to nnfine users to one zone. The
absence of east-west connections across the
district adds to this problem. Dartmouth is
the only street to fill this need, and it 1s
in many sections not a desirable ped route.
With the proposed development of the Mass.
Pike site, another subarea would be created.
This area does not have the easy proximity
shared by the others, which have Boylston St.
as a spine. In addition, the air-r1ghts site
Is presently Isolated by a hostile pedestrian
environment which requires major improvement.

The accompanying map outlines the areas served
by average and maximum walking distances in

the Back Bay. These coincide with some of the
perceived divisions in the Back Bay market.
Breaking down the limits which may be defined
by walking distance, and opening up the flow
of pedestrian traffic 1n the commercial zone
Is essential to the commercial and continued
environmental success of the Back Bay. These
Improvements should be undertaken both to con-
nect the air-rights development, and to con-
nect the transit users to Back Bay retail
areas.

Conflict & Control

Provision of workable alternatives to in-
creased vehicular/auto traffic will help re-
duce the congestion problems in the Back Bay,
but there will continue to be considerable
traffic. Delivery & service vehicles, tour
and shuttle busses, short term parking, and
general traffic are all features of the traf-
fic picture now. Even with successful efforts
to reduce the general level of auto use and
limit parking in the neighborhood, these other
uses will continue to be necessary, and will
grow in volume. Traffic pressures may aggra-
vate the problem of spill-over parking in the
residential areas of the Back Bay, Bay Vil-
lage, and South End.
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Opportunities for Change
aspects of the program design which may be
particular to the Back Bay's situation.

The presence of development activity by both
private and public Interests provides a lever
as well as the necessity for change. A num-
ber of responses to the problems outlined in
this report are possible. Those considered
for the Back Bay include: Formation of spe-
cial zoning or regulatory districts; develop-
ment and Implementation of a shuttle bus sys-
tem; improvement of pedestrian connections
and pedestrian environment in conjunction
with new development and with renovation on
Back Bay sites; and development of an area-
wide marketing and publicity program. These
will be examined in this section. Recoimenda-
tlons for action are in each discussion and
at the front of this report.

The focus of all options Is on
joining the commercial sub-zones Into an iden-
tifiable, Imageable, and thoroughly access-
ible district. This does not imply homogen-
ization of the area. The distinctive char-
acters of sub-areas are probably Inextinguish-
able. As Boston is enriched by the variety
of its neighborhoods while gaining the bene-
fits of joint action at a larger scale, the
Back Bay commercial district can continue its
development as one of the more pleasant and
vital sections of the city, by assuring that
new developments are linked In a sympathetic
way to the existing fabric.

Joint Marketing

A program to accomplish the previously men-
tioned aims through this means would need the
joint efforts of city, majo*- area developers,
businessmen, and residents. In addi-
tion to conveying the sense of the area's
unity, such a program would have to emphasize
pedestrian routes through the area, the vari-
ety of facilities and establishments present,
and the means of access to and within the

area. Details of the program should be de-
veloped by those mentioned above; funding
could be provided by the city, developers,
and merchants.

Shuttle Bus

A shuttle service Is probably the simplest
way to join the various commercial and tran-
sit nodes in the district. Shuttle services
are most successful in areas which have pop-
ulation densities of at least 3000 persons
per mile, the possibility of Integration with
other transit systems, and significant Inter-
nal activity centers in the service area. The
Back Bay is amply qualified, and Its need for
localized transit has already been considered.

To proceed with this idea, a separate study
should be done with the assistance of a con-
sultant. Specific needs for and purposes for
the shuttle should be defined, alternative
ways of meeting these needs examined - Includ-
ing the possibility of a trial program with
leased equipment. The scope of the program
- Including marketing strategy, scale of op-
eration and length/frequency of routes - can
be established based on the specified needs
and on a feasibility analysis which considers
the following constraints:
- Marketing
- Management
- Operations
- Equipment
- Cost
- Institutional.

Shuttle programs, both fixed-route and demand
responsive, have been underway 1n many cities
in the past few years, so there is ample ex-
perience from which to draw in designing a

service that can meet the Back Bay's needs
effectively. The following notes frame some

MARKET CHARACTERISTICS

PREDICTABILITY of route, stops, and timetable
are important. Signage can be post-
ed at stops to describe the route and time-
table. Keeping to the timetable is a more com-
plicated, but necessary element of service.

VISIBILITY - The service should be highly pub-

licized, the vehicles readily Identifiable,
and the route directed along the most active
streets. Familiarity resulting from this vis-
ibility will be Important in Increasing usage.

Wherever possible, stops should coincide with
established transit points. The Public Lib-
rary, for example, and the Prudential are fre-
quently used as starting points for special
shuttles and tours. The advantages of this
expectation, or familiarity of location,
should be weighed against other advantages
which might favor more obscure locations. At
least one stop should serve these areas, as
well as connecting to other nodes In the area,
- e.g. Back Bay Station, Arlington and Mass.
Ave. Stations.

MAGNETS - There are many types of destina-
tions In the Back Bay which act as magnets.
Some are nodes of activity - such as Copley
Square. Others have specific purposes - such
as department stores, restaurants. Institu-
tions, office concentrations, etc. A connect-
ing loop could be formed for any one or two
of these types of magnets - link all the de-
partment stores and shopping strips, or link
the parking garages to the restaurants and
entertainment establishments. These magnets
should be identified, and the routes that re-
sult examined.
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DESIRE LINES - In addition to linking magnets
of similar purposes, one can build routes on

the basis of desire lines. The Common garage
shuttle, for example, links a garage with the

built up areas around the Common. There are
similar needs In the Back Bay. The shuttle
can link the garage belt to Newbury St., It

can link shop to shop, job to shop, garage to

institution, hotel to shopping strip or enter-
tainment. The desire lines of major Import-

ance to the joining of the Back Bay should be
identified and Included In determination of a

route.

DENSITY OF USES - Wherever possible within
the operational constraints of waiting time,

clarity of route, and other such concerns;
the shuttle service should combine as many
magnets and desire lines as possible. The
Back Bay is not particularly large, and should
be able to be linked effectively and compre-
hensively with a shuttle.

TIME - The advantages and disadvantages of al-
tering the route with daily time cycle should
be considered. The shopping service portion
of the route is unlikely to be used at night,
while there might be considerable use of a

restaurant-entertainment loop.

COORDINATION - With other traffic to avoid
adding to congested areas; with special reg-
ulations developed for control of bus and de-
livery traffic.

FINANCING - The shuttle program, as well as
the feasibility study, should be supported by
the Prudential and Copley Square developers,
as well as other commercial users of the Back
Bay, and the City of Boston.

PHASING - The service should be In place by
the time Back Bay Station re-opens. Movement
patterns will be in rapid change when the
station opens; this service can be easily ab-
sorbed as an Integral part of the new move-
ment patterns that will result if it 1s
available at this time and is publicized ef-
fectively.
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1 Pedestrian Study
There is relatively little precedent avail-
able In doing pedestrian studies, and most of
the literature concentrates on congestion or
overcrowding as a dominant concern. Many of
these studies are done In New York City. The
problems of the Back Bay, and of much of Bos-

ton, are not with congestion, but are focused
on generating enouch activity, and on maxi-
mizing the quality and accessibility of the

pedestrian environment, rather than on amel-

iorating crowding problems. As a result, the

methods used In this study, while they draw
somewhat from the photographic techniques and
Identification of variables of other studies,

were substantially developed for this v/ork on

the Back Bay.

DATA

Initial data from photographs was transferred

from slides and maps onto three types of cod-

ing sheets. Locations and times of photogra-
phic surveys are shown on the accompanying

chart. This data was supplemented vnth field

checks and with data provided by other con-

sultants.

The first phase was examination of maps and

slide sequences (by street block unit) for

permanent features - no. of stores, traffic

lights, plantings, etc. The second phase was

examination of time-dependent phenomena, as

shown in the slides of a given street unit -

e.g. presence of street vendors, types of ped-

estrian movement, and number of pedestrians.

The third step was summation of the data Into

the three desired outcomes - relative volumes,

street activity ranking and intersection rank-

ing. Nature of the indicators will be consi-

dered first, followed by detailed notes on

coding of information.

INDICATORS

Physical features are the most obvious. In-

cluded In this category are the condition.

width and improvements to the walk-v;ay; pre-
sence and condition of pedestrian assistance
equipment - ped lights, curb cuts, etc.;
traffic conditions - number of lanes, direc-
tions, traffic control systems, presence of
lots or garages - are also in this category.
The second type of measure is variety of act-
ivity. Included are the presence of tempor-
ary commercial uses and displays, as well as
notation of the number of types of on-street
activity observed. This measure is Intended
to distinguish between those areas which at-
tract only one or two types of activity, and
those which support a much richer variety.
Duration of activity is also Involved. Most
sorts of activities have time cycles - and

areas which cater exclusively to a single act-
ivity reflect these cycles. Huntington Ave.,
for example, is used primarily for cotmiuting

to and from work. Few ocher activities take

place there, so the pedestrian areas are only
sporadically active. At the other extreme,
Copley Square supports many different types
of activities - from sitting on benches for
long periods, to commuting, eating, playing,

etc. Many time/activity cycles overlap at the

square, and it Is constantly inhabited. Var-
iety' of activity does not imply anything about
the desirability of that activity.

The third type of measure is the nature and

quantity of pedestrian activity. This encom-
passes number of peds, number and type of

land uses adjacent to walkv/ays, and presence/
absence of MBTA or other pedestrian nodes.

CODING

Time dependent data was coded on sheets such

as that accompanying. From this data four

numbers are produced, average h hour ped

volume, peak H hour volume, mobile commercial
score and pedestrian entropy score.

Non-time dependent information was recorded

on a street survey form. Column 1 is the ag-

gregate variable name; colurin 2 the item num-

ber; column 3 the question name; column 4 is

for slide reference numbers; column 5 is the
value of the response; column 6 is the actual
score given; column 7 is for indication of
whether the element is at an intersection.
Streets are coded by letter name, which ap-
pears at the lower left hand corner of the
street survey sheet. Aggregate variable
scores are recorded adjacent to name. The
principle of scoring is that the values in

column 5 are allocated such that throughout
the survey the scores in column 6 can simply
be added, with the result that higher nunibers

always mean more desirable conditions. Values
in Column 5 were established with regard to
the ur'-an character of the area and the com-
mercial aims of the area's development,
opment.

RANKING METHODS

Relative volumes is straightforward applica-
tion of recorded volumes to specific locations,
and extrapolation of this data to specific
areas and v/alkways.

Intersection ranking is also quite simple.
Each intersection is broken down into the
movements required to go around it, as shown
on the accompanying chart. Each intersection
is numbered, as on the key map. Each of the
movements is related to a previously surveyed
street edge, and from these surveys aggre-
gate scores for traffic conditions, pedestrian
equipment and sidewalk condition are taken.
All three scores for each movement through the
intersection are summed to give the intersec-
tion score. As in the street surveys, higher
scores are preferable; the higher the score,
the easier the intersection is to cross. In
those cases where adjoining street edges were
not surveyed, the relevant scores were pre-
pared for the movements necessary to the in-
tersection score. Street activity ranking
is somewhat more complex. Nature of activity,
walk condition and pedestrian equipment aggre-
gate scores _werc taken from the street surveys.
Volume, mobile, commercial and pedestrian en-



tropy scores were all modified to rank, rather
than absolute, numbers, to avoid giving these

variables undue weight in the overall ranking.

Volumes v/ere broken down into a range and new
numbers assigned from 1-7, mobile commercial

and ped entropy were treated similarly, so

that, for example, Boylston, at edge B, and
Newbury at edge Y have the following scores:

B Y

Activity, nature
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